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1
SYSTEM AND METHOD FOR TRACTION
MOTOR CONTROL

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application is a continuation-in-part of U.S. applica-
tion Ser. No. 13/632,320, filed Oct. 1, 2012, which claims
priority to U.S. Provisional Application Ser. No. 61/542,796,
filed Oct. 3, 2011, the entire disclosures of which are incor-
porated by reference.

FIELD

Embodiments of the inventive subject matter described
herein relate to motor control. Other embodiments relate to
traction motor control in a vehicle.

BACKGROUND

Certain rail vehicles (e.g., locomotives) and other off-high-
way vehicles are powered by electric traction motors coupled
in driving relationship to one or more axles of the vehicle. In
a motoring mode of operation, the traction motors are sup-
plied with electric current from a controllable source of elec-
tric power such as an engine-driven traction alternator. The
traction motors apply torque to the vehicle wheels, which in
turn exert tangential force (tractive effort) on the surface on
which the vehicle is traveling, e.g., the parallel steel rails of a
railroad track, and thereby propel the vehicle in a desired
direction along a route of travel. In another instance, in a
dynamic braking mode of operation, the motors serve as
axle-driven electrical generators. In this mode of operation,
the traction motors exert torque in an opposite direction from
the rolling direction of the wheels, thereby slowing the vehi-
cle’s motion. In either case, good adhesion between each
wheel and the surface facilitates efficient operation of the
vehicle.

Maximum tractive effort or braking effort is obtained if
each powered wheel of the vehicle is rotating at such an
angular velocity that its actual peripheral speed (e.g., wheel
speed) is slightly higher (in case of motoring) or slightly
lower (in case of braking) than the actual speed of the vehicle.
The difference between the linear speed at which the vehicle
is traveling (referred to as ground speed) and wheel speed is
referred to as slip speed, creep, or wheel creep. There is
usually a relatively low limit on the value of slip speed at
which peak tractive effort or braking effort is realized. This
value, commonly known as optimum creep, is a variable that
depends on ground speed and travel surface conditions.
Operation of any or all wheels away from the optimum creep,
e.g., attoo small a creep value or too large a creep value, may
result in a reduction or loss of wheel-to-surface adhesion.
Likewise, if the wheel-to-surface adhesion tends to be
reduced or lost, some or all the vehicle wheels may slip
excessively, i.e., the actual slip speed or creep may be greater
than the optimum creep. Such a wheel slip condition, which is
characterized in the motoring mode by one or more slipping
axle-wheel sets and in the braking mode by one or more
sliding or skidding axle-wheel sets, can cause accelerated
wheel wear, rail damage, high mechanical stresses in the drive
components of the propulsion system, and an undesirable
decrease of tractive (or braking) effort.

Wheel creep may be controlled using creep regulators.
However, especially at low speeds, creep regulators have an
increasingly more difficult time regulating wheel speeds.
This leads to large overshoots in wheel speed, rapid torque
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2

reductions, and torque reapplication limit cycles. This may
result in high wheel creep transients capable of damaging the
rail head (in the case of a rail vehicle), reduced tractive effort,
rapid suspension displacements, poor vehicle ride quality,
and vehicle reference speed errors.

BRIEF DESCRIPTION

In an embodiment, a control method includes monitoring
changes in torque produced by a traction motor when an
excitation frequency of current supplied to the traction motor
changes, determining if the torque produced by the traction
motor decreases when the excitation frequency of the current
supplied to the traction motor increases, and responsive to the
torque produced by the traction motor decreasing when the
excitation frequency increases, preventing the excitation fre-
quency of the current supplied to the traction motor from
increasing further. This excitation frequency may be the exci-
tation frequency of the voltage and the resultant current that is
supplied to the motor.

In an embodiment, a control system (e.g., for a vehicle)
includes first and second control modules. The first control
module is configured to control an excitation frequency of a
current supplied to a traction motor of a traction motor sys-
tem, based at least in part on a throttle command and a speed
associated with one of the traction motor or a wheel driven by
the traction motor. The second control module is configured
to monitor changes in torque produced by the traction motor
when the excitation frequency changes and determine if the
torque produced by the traction motor decreases when the
excitation frequency increases. The second control module is
configured to prevent the excitation frequency of the current
supplied to the traction motor from increasing further respon-
sive to the torque decreasing when the excitation frequency
increases.

In an embodiment, a method (e.g., for controlling a
vehicle) includes receiving changes to a throttle setting of a
vehicle. The changes to the throttle setting change torque
generated by a first traction motor in rotating a first wheel of
a vehicle in order to propel the vehicle along a route. The
method also includes determining excitation frequencies of
electric current that is supplied to the first traction motor in
order to power the first traction motor. The excitation frequen-
cies are determined from the changes to the throttle setting of
the vehicle. The method further includes monitoring changes
in the torque generated by the first traction motor caused by
changes in the excitation frequencies of the electric current
supplied to the first traction motor and determining when
increases in the excitation frequencies result in decreases in
the torque generated by the first traction motor. The method
also includes, responsive to determining that the increases in
the excitation frequencies result in the decreases in the torque
generated by the first traction motor, reducing the excitation
frequencies supplied to the first traction motor.

In an embodiment, a control method comprises determin-
ing wheel creep of a wheel operably coupled to a traction
motor and limiting a rate of change of an excitation frequency
applied to the traction motor to drive the wheel, based on the
determined wheel creep. According to one aspect, the rate of
change of the excitation frequency is limited if the wheel
creep exceeds a wheel creep threshold.

Another embodiment relates to a control system. The con-
trol system comprises a first control module configured to
generate an excitation frequency for a traction motor system.
The traction motor system includes a traction motor and a
traction inverter (e.g., power electronics for converting an
input voltage to one or more output signals for controllably
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powering the traction motor). The first control module is
configured to generate the excitation frequency based at least
in part on a speed and a throttle command; the speed is
associated with one of the traction motor or a wheel driven by
the traction motor. The control system further comprises a
second control module configured to limit a rate of change of
the excitation frequency responsive to a wheel creep of the
wheel exceeding a wheel creep threshold.

Aspects of the inventive subject matter involve restricting
the rate at which the excitation frequency to a traction motor
can change once a wheel creep threshold has been exceeded.
Thus, once a wheel driven by a traction motor begins to
accelerate away from its creep setpoint, due to the rate limit
and subsequent restriction in excitation frequency, the motor
begins immediately to deliver a reduced value of accelerating
torque, preventing the wheel from large creep overshoots. In
effect, the gain reduction (motor torque) characteristic of the
traction motor is leveraged to counter the creep gain that
naturally occurs for wheeled vehicles once their wheels begin
to spin (slip) or slide.

In one embodiment, a control method (e.g., for controlling
a traction motor of a vehicle) includes determining wheel
creep of a wheel operably coupled to the traction motor and,
based on the determined wheel creep, limiting a rate of
change of an excitation frequency of current that is applied to
the traction motor to drive the wheel.

In one embodiment, a control method (e.g., for controlling
a traction motor of a vehicle) includes determining whether
wheel creep of a wheel operably coupled to the traction motor
exceeds a wheel creep threshold and limiting a rate of change
of an excitation frequency applied to the traction motor to
drive the wheel when the wheel creep exceeds the wheel creep
threshold.

In another embodiment, a control method (e.g., for con-
trolling a traction motor of a vehicle) includes determining
whether a wheel driven by the traction motor has accelerated
away from a creep setpoint by at least a threshold and con-
trolling an excitation frequency applied to the traction motor
to reduce accelerating torque delivered by the motor to the
wheel when the wheel has accelerated away from the creep
setpoint by at least the threshold.

In one embodiment, a control system (e.g., for a vehicle
having a traction motor) includes first and second control
modules. The first control module is configured to generate an
excitation frequency of a current supplied to a traction motor
of a traction motor system, based at least in part on a throttle
command and a speed associated with one of the traction
motor or a wheel driven by the traction motor. The second
control module is configured to limit a rate of change of the
excitation frequency responsive to a wheel creep of the wheel
exceeding a wheel creep threshold.

DRAWINGS

The foregoing and other advantages and features of the
invention will become apparent upon reading the following
detailed description and upon reference to the drawings in
which:

FIG. 1 is diagrammatical view of a train including a loco-
motive, and illustrating the tractive effort and adhesion of the
locomotive controlled in accordance with an embodiment of
this inventive subject matter;

FIG. 2 is a diagrammatical representation of exemplary
principal components of a propulsion system for a diesel-
electric locomotive in accordance with aspects of the present
techniques;
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FIG. 3 is a graphical representation of an exemplary func-
tional relationship between adhesion and creep for different
weather conditions, illustrating optimal creep levels for adhe-
sion;

FIG. 4 is a diagrammatical representation of an adhesion
control system in which embodiments of the inventive subject
matter may be implemented;

FIG. 5 is a schematic diagram of an embodiment of the
inventive subject matter;

FIG. 6 is a graphical representation of various adhesion
curves showing wheel creep thresholds, according to an
embodiment of the inventive subject matter;

FIG. 7 is a schematic diagram of a traction vehicle in
accordance with another embodiment;

FIG. 8 is a flowchart of one embodiment of a method for
controlling a traction motor;

FIG. 9 is a flowchart of an embodiment of a method for
controlling a traction motor; and

FIG. 10 illustrates an example of torques generated by the
motor and corresponding excitation frequencies supplied to
the motor.

DETAILED DESCRIPTION

Embodiments of the inventive subject matter relate to sys-
tems and methods for traction motor control in a vehicle.
Onboard the vehicle is a vehicle traction system, which
includes a control system and a traction motor system. The
traction motor system includes a traction motor and an
inverter electrically connected to the traction motor. The con-
trol system generates signals for controlling the inverter to
produce power waveforms for powering the traction motor. A
wheel is operably coupled to the traction motor (e.g., through
a gear and/or axle set). The wheel is driven by the motor
during a motoring mode of operation, and the wheel drives the
motor during a dynamic or regenerative braking mode of
operation. The control system also comprises a first control
module and a second control module. (The modules may
comprise electronic hardware and/or software, and may be
part of a common controller card or similar electronics unit
for motor control.) The first control module is configured to
generate an excitation frequency for the traction motor sys-
tem, based at least in part on a speed and a throttle command.
The speed is associated with the traction motor and/or the
wheel driven by the traction motor, and information of the
speed may be provided by a speed sensor. The second control
module is configured to limit a rate of change of the excitation
frequency responsive to a wheel creep of the wheel exceeding
a wheel creep threshold. Thus, once the wheel begins to
accelerate away from a creep setpoint (or otherwise exhibits
behavior of a forthcoming large creep overshoot, with “large”
meaning an increase in creep that is over a designated mag-
nitude), the motor is controlled (through the limit/restriction
on the excitation frequency rate of change) to deliver a
reduced value of accelerating torque, preventing the wheel
from fully realizing the large creep overshoot.

Embodiments of the inventive subject matter are illustrated
herein in regards to locomotives and other rail vehicles (e.g.,
in the context of a train). However, such embodiments also are
applicable to oft-highway vehicles or other vehicles more
generally.

FIG. 1 is diagrammatical view of a vehicle system 10
including a traction vehicle 14, and illustrating the tractive
effort and adhesion of the traction vehicle 14. The vehicle
system 10 is shown and may be described herein as a train, but
not all embodiments described herein are limited to trains.
Additionally, the traction vehicle 14 is shown and may be
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described as a locomotive, but may represent another type of
vehicle. The vehicle system 10 runs on aroute 12, such as a set
of parallel rails of a railroad track. The traction vehicle 14
drives the vehicle system 10 using electric traction motors at
each axle-wheel set, as described in greater detail below. In a
motoring mode of operation, the traction motors deliver
torque to the vehicle wheels, which exert tangential force
(e.g., tractive effort 16) on the route 12, thereby propelling the
vehicle system 10 along the route 12. The tractive effort 16
developed at each wheel of the traction vehicle 14 is propor-
tional to a normal force 18 acting on the wheel. The total
tractive effort developed by the traction vehicle 14 is the sum
of all the wheel tractive efforts.

FIG. 2 presents a simplified block diagram of an exemplary
vehicle system with which the inventive subject matter may
be used. A propulsion system 22 of FIG. 2 includes a variable
speed prime mover or engine 24 mechanically coupled to a
rotor of a dynamo electric machine 26 comprising, in this
case, a 3-phase alternating current (AC) synchronous genera-
tor or alternator. The 3-phase voltages developed by alterna-
tor 26 are applied to AC input terminals of a conventional
power rectifier bridge 28. The direct current (DC) output of
bridge 28 is coupled via a DC link 30 to a number of con-
trolled inverters 32 and 34, which invert the DC power to AC
power at a selectable variable frequency. The inverters 32 and
34 employ high power gate turn-off devices which switch in
and out of conduction in response to gating signals from a
system controller 36 so as to invert the DC voltage on DC link
30 to controlled frequency AC voltage. In the illustrated
embodiment, the AC power is electrically coupled in energiz-
ing relationship to each of a plurality of adjustable speed AC
traction motors 38, 40, 42 and 44. Prime mover 24, alternator
26, rectifier bridge 28 and inverters 32 and 34 are mounted on
a platform of the traction vehicle 14, illustrated as a diesel-
electric locomotive. The platform is, in turn, supported on two
trucks 46 and 48, the first truck 46 having two axle-wheel sets
50 and 52 and the second truck 48 having two axle-wheel sets
54 and 56.

Each of the traction motors 38, 40, 42, and 44 is hungon a
separate axle and its rotor is mechanically coupled, via con-
ventional gearing, in driving relationship to the respective
associated axle-wheel set. In the embodiment shown, the two
motors 38 and 40 of axle wheel sets 50 and 52, respectively,
are electrically coupled in parallel with one another and
receive power from inverter 34 while motors 42 and 44 are
similarly coupled to inverter 32. In some instances, however,
it may be desirable to provide an inverter for each motor or to
couple additional motors to a single inverter. The entire scope
of the inventive subject matter is not limited to such 4-axle
systems and is equally applicable to other systems, for
example, such as 6-axle locomotives with six inverters each
connected for powering a respective one of six traction
motors each connected to respective ones of the six axles, or
other systems.

Suitable current transducers 58 and voltage transducers 60
are used to provide current and voltage feedback signals
which are respectively representative of the magnitudes of
current and voltage applied to motors 38, 40, 42, and 44.
Speed sensors 62 are used to provide speed signals represen-
tative of the rotational speeds W1-W4 in revolutions per
minute (RPM) or proportional units of the motor shafts.
These speed signals are converted to wheel speeds in accor-
dance with an embodiment of the inventive subject matter.
For simplicity, only single lines have been indicated for
power tlow, although it will be apparent that motors 38, 40,
42, and 44 can be three phase motors so that each power line
represents three lines in such applications.
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The magnitude of output voltage and current supplied to
rectifier bridge 28 is determined by the magnitude of excita-
tion current supplied to the field windings of alternator 26 by
a field controller 64 which may be a conventional phase
controlled rectifier circuit, for alternator fields generally
requiring DC excitation. The excitation current is set in
response to an operator demand in a throttle 66 for vehicle
speed by controller 36, which is in turn responsive to actual
speed as represented by signals W1-W4. Controller 36 con-
verts the throttle command to a corresponding torque request
for use in controlling motors 38, 40, 42, and 44. Since AC
motor torque is proportional to rotor current and air gap flux,
these quantities may be monitored. More commonly, other
quantities, such as applied voltage, stator current and motor
RPM, may be used to reconstruct motor torque in controller
36. In an electrical braking or retarding mode of operation,
inertia of the moving vehicle is converted into electrical
energy by utilizing the traction motors as generators and
motor voltage and current are controlled to set a desired
braking effort.

Referring to FIG. 3, a graphical representation is provided
of relationships between adhesion and creep for different
weather conditions, illustrating optimal creep levels for adhe-
sion. Each curve illustrates an example of wheel-to-rail slip-
ping or sliding in the motoring mode for three different
weather conditions common to locomotive applications. The
horizontal or the X-axis 74 of the adhesion-creep curves
represents per unit creep values expressed as fractions and the
vertical or the Y-axis 76 represents adhesion (friction coeffi-
cient) values also expressed as fractions. The three different
weather conditions that were chosen for illustrative purposes
are represented by “wet” curve 78, “dry” curve 80, and “dry
with sand” curve 82. It will be noted that the highest adhesion
is available with a rail, which is both dry and sanded. As
shown by the illustrated curve, the adhesion reaches a peak on
the “dry and sanded” adhesion-creep curve atabout a 0.05 per
unit creep level and then gradually reduces as creep speed
increases. Referring to the “dry” adhesion-creep curve, maxi-
mum adhesion is obtained at some value of per unit creep less
than 0.1, while the “wet” adhesion-creep curve indicates that
maximum adhesion is not realized until per unit creep obtains
typically a value somewhere between 0.15 and 0.25. As
shown in FIG. 3, the best conditions for obtaining the greatest
pulling force or tractive effort does not occur at zero creep,
although the optimum creep level changes with conditions
and can be expressed to change during the course of transport
over any distance.

In general, it may be desirable to maintain per unit creep or
creep speed at the point at which maximum adhesion occurs.
It is thus possible to select the appropriate adhesion-creep
curve based on observed weather conditions, and determine
from this curve an ideal creep that must be achieved and
maintained in order to achieve and maintain a maximum
adhesion value. In addition, there are maximum and mini-
mum allowable creep levels that are typically a function of
vehicle speed, wheel tractive efforts, wheel speeds and the
extent of axle torsional vibration. Additional constraints are
also applied to decide the allowable creep. These factors and
creep limits combine to allow sufficient non-zero creep levels
for starting the locomotive from zero speed and to provide a
fixed allowable creep level when the axle is rotating at the
reference speed mode.

FIG. 4 is a functional block diagram illustrating an adhe-
sion control system 84 residing in the respective controllers of
inverters 32 or 34 for each axle shown in FIG. 2, for separate
creep control of each individual axle. The adhesion control
system 84 comprises a torque increaser 88, a creep modulator
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90, a creep regulator 94, an estimator 96, and a torsional
vibration detector 98. One or more embodiments of the inven-
tive subject matter may be implemented in conjunction with
the system shown in FIG. 4.

Tractive effort optimization in an adhesion control system
may involve determination of an optimum allowable creep for
the appropriate adhesion-creep curve and a feedback control
system to track and maintain this optimum allowable creep
within a range of minimum error. This function is realized by
an adhesion control system 84 of FIG. 4. This adhesion con-
trol system acts to ensure that the locomotive operates within
a certain acceptable range around the peak of an appropriate
adhesion-creep curve.

The torque increaser 88 measures traction system perfor-
mance levels and determines the desired torque increaser
state or operating mode for maximizing or increasing traction
performance of each individual axle. The torque increaser 88
uses the best possible estimates/measurements of actual
speeds and tractive efforts of both the wheels of any axle-
wheel set obtained from the estimator 96 to estimate the
traction performance level of the axle-wheel set and deter-
mine an appropriate torque increaser state.

The estimator 96 estimates the wheel speeds, wheel trac-
tive efforts, and/or wheel creep values. If direct measure-
ments of the wheel speeds and wheel tractive efforts are
available, the estimator 96 can minimize the noise effects in
these measurements. Moreover, wheel creep values may be
estimated by subtracting the locomotive/ground speed esti-
mate/measurement from the wheel speed estimates/measure-
ments. Several methods can be used to estimate the locomo-
tive speed such as, for example, GPS-based methods. The
estimator 96 may be configured to additionally provide an
estimate of the axle torsional torque.

The torsional vibration detector 98 digitally processes the
wheel speed estimates/measurements, the difference in the
wheel speed estimates/measurements of each axle, wheel
tractive effort estimates/measurements and axle torsional
torque estimate obtained from the estimator 96, in addition to
the motor torque feedback, motor speed, wheel strain, axle
strain and dog-bone strain in order to detect an unacceptable
level of torsional vibration in each axle. A functional block
diagram of 98 is illustrated in more detail below.

The output of the torque increaser 88 along with a signal
representative of the level of axle torsional vibration mode
obtained from the torsional vibration detector 98 is provided
to the creep modulator 90. The creep modulator 90 processes
these inputs to control the operating creep level of the loco-
motive gear and axle set described above in relation to FIG. 2.
The function of the creep modulator 90 is to modulate the
allowable creep level for each axle between a maximum
allowable creep level and a minimum allowable creep level.
These maximum and minimum allowable creep levels are
typically functions of vehicle speed, wheel tractive efforts,
wheel speeds and the extent of axle torsional vibration. Addi-
tional constraints are also applied to decide the allowable
creep. These factors and creep limits combine to allow suffi-
cient non-zero creep levels for starting the locomotive from
zero speed and to provide a fixed allowable creep level when
the axle is functioning at the reference speed mode. An exem-
plary creep modulatoris disclosed in U.S. Pat. No. 6,163,121,
issued on Dec. 19,2000 to General Electric Company (hereby
incorporated into the present disclosure by reference).

The actual realized creep for each axle-wheel set is com-
pared with the associated creep set point from creep modula-
tor 90 at the comparator 92. The error determined by the
comparison is input to the creep regulator 94 whose objective
is to keep this error as small as possible under all operating
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conditions through feedback control. The creep regulator 94
may be a proportional-plus-integral controller or a higher
order controller designed to ensure stability ofthe creep regu-
lation loop for every axle-wheel set, even when operating in
the negative slope region of an adhesion characteristic curve.
The output from the creep regulator 94 is a torque command
that is fed to a torque regulator system 86 associated with the
axle and which typically includes the associated torque regu-
lation circuit, the power devices, and the electric motor illus-
trated in FIG. 2. These motors drive the associated axle-wheel
set through appropriate gearing as shown in 50.

FIG. 5 is a schematic diagram of a control system 100,
according to an embodiment of the inventive subject matter
described herein. The control system 100 is part of a vehicle
traction system of a traction vehicle, such as the traction
vehicle 14. The control system 100 includes a traction motor
system 102 having a traction motor and an inverter electri-
cally connected to the traction motor. In FIG. 5, the traction
motor system 102 represents one or more traction motors and
one or more inverters. The control system 100 generates
signals for controlling the inverter to produce power wave-
forms for powering the traction motor. A wheel 104 is oper-
ably coupled to the traction motor. The control system 100
comprises a first control module 106 and a second control
module 108. (The modules described herein may comprise or
represent electronic hardware and/or software, and may be
part of a common controller card or similar electronics unit
for motor control.)

The first control module 106 is configured to generate an
excitation frequency 110 for the traction motor system 102,
based at least in part on one or more measured speeds 128 and
a throttle command 122. The measured speeds 128 can be
associated with the traction motor and/or the wheel driven by
the traction motor, and information of the measured speed
may be provided by one or more sensors 126. The measured
speeds 128, for example, may be or relate to a measure of
wheel creep 112. In one embodiment, the sensors 126 provide
data representative of the speed at which the traction motor is
rotating the wheel 104 and/or data representative of the speed
at which the traction vehicle is moving along the route. For
example, the sensors 126 can represent a rotation speed sen-
sor and a movement speed sensor. The rotation speed sensor
can be operatively connected with the wheel 104 and/or trac-
tion motor in order to determine how fast the wheel 104 is
rotating and/or how fast the traction motor is operating, and to
generate data representative of such speeds. The movement
speed sensor can generate data representative of how fast the
traction vehicle is moving along the route. By way of
example, the movement speed sensor can include or use loca-
tion data generated by a location determining system, such as
a Global Positioning System receiver, in order to generate the
data representative of the speed at which the traction vehicle
moves along the route. This data representative of the mea-
sured speeds 128 can be communicated to a creep regulator
116 described below.

The first control module 106 includes a torque increaser
114, the creep regulator 116, and a torque regulator 118.
These components may be configured similarly to corre-
sponding components in FIG. 4. In an embodiment, one or
more of the torque increaser 114, creep regulator 116, and/or
torque regulator 118 may be provided as hardware and/or
associated software components of the first control module
106.

In one example, in operation, the first control module 106
receives an input signal 122 of desired tractive effort (e.g.,
power, torque, speed, or the like) that is sought to be produced
by the propulsion system of the traction vehicle (e.g., from a



US 9,209,736 B2

9

vehicle control system), which incorporates or is generated
based (at least in part) on a throttle command. The throttle
command may be provided to the torque increaser 114 as the
input signal 122 from a throttle (e.g., throttle 66) of the
vehicle control system, from a system that autonomously
determines throttle settings for the traction vehicle (e.g., an
energy management system that determines throttle and/or
brake settings in order to cause the traction vehicle to follow
a trip plan having operational settings of the vehicle that are
designated as a function of time and/or distance along a trip in
order to reduce at least one of emissions generated and/or fuel
consumed by the traction vehicle during the trip), or from
another input.

The torque increaser 114 generates an output signal 124
based on the input signal 122. This output signal 124 can
represent the amount of torque that corresponds to the desired
tractive effort that is represented by the input signal 122. For
example, if the input signal 122 represent a desired power
output from the propulsion system of the traction vehicle,
then the torque increaser 114 can create the output signal 124
to represent the torque that is estimated or calculated to be
needed to be produced by one or more of the traction motors
in order for the propulsion system to actually generate the
desired power output. If the input signal 122 represent a
desired speed of the traction vehicle, then the torque increaser
114 can create the output signal 124 to represent the torque
that is estimated or calculated to be needed to be produced by
one or more of the traction motors in order for the propulsion
system to actually generate sufficient output to cause the
traction vehicle to travel at the desired speed. If the input
signal 122 represents a desired torque output from the pro-
pulsion system of the traction vehicle, then the torque
increaser 114 can create the output signal 124 to represent this
torque. The output signal 124 may be generated without the
torque increaser 114 knowing the wheel creep 112 of one or
more wheels in one embodiment. The amount of torque that is
represented by the output signal 124 can depend on one or
more factors, such as a current speed of the traction vehicle,
the wheel creep 112 of one or more wheels of the traction
vehicle, the size (e.g., length and/or weight) of the vehicle,
and the like.

The creep regulator 116 outputs a torque command 120
responsive to an output of the torque increaser 114 and wheel
creep 112. In one embodiment, the creep regulator 116
receives the wheel creep 112 directly from another module,
such as a creep module 130 that receives the data representa-
tive of the rotation speed of the traction motor or wheel 104
and/or the data representative of the movement speed of the
traction vehicle from the speed sensors 126. Alternatively or
additionally, the creep regulator 116 may calculate the wheel
creep 112 based on the data received from the speed sensors
126.

Responsive to the torque command 120 and possibly other
inputs (such as the signal of desired torque form the vehicle
control system, depending on how the module 106 is config-
ured), the torque regulator 118 outputs an excitation fre-
quency 110. The excitation frequency 110 represents the fre-
quency of the current that is to be supplied to the traction
motor in order to power the traction motor and cause the
traction motor to provide the desired tractive effort repre-
sented by the throttle command 122. The excitation fre-
quency 110 may change based on several factors, such as
changes in the desired tractive effort (as input by an operator,
energy management system, or the like), changes in the wheel
creep 112 (as determined or received by the creep regulator
116, where the torque regulator 118 can increase the excita-
tion frequency for decreasing wheel creep 112 and/or
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decrease the excitation frequency for increasing wheel creep
112), deterioration in the health and/or age of the traction
motor (e.g., where an increased excitation frequency may be
needed to cause an older and/or deteriorated traction motor to
provide a desired tractive effort relative to a newer and/or
healthier traction motor), and the like.

Due to, among other factors, changes in the wheel creep
112 as the traction vehicle moves, changes in the torque
command 120, and the like, the excitation frequency 110 that
is output by the torque regulator 118 may change with respect
to time. For example, the excitation frequency 110 may
change at a relatively rapid pace due to detected changes in
the wheel creep 112. The excitation frequency 110 may be
changed by the torque regulator 118 in order to ensure that the
traction motor generates sufficient torque to satisfy the torque
command 120 in light of the changes in the wheel creep 112
and/or other factors, even if the throttle command 122
remains unchanged or changes relatively little.

The second control module 108 receives the excitation
frequency 110. The second control module 108 is configured
to limit a rate of change of the excitation frequency 110. As
described above, the excitation frequency 110 may change
over time due to various factors in order to cause the traction
motor to generate the torque that corresponds to the throttle
command 122. The second control module 108 may limit the
rate of change in the excitation frequency responsive to the
wheel creep 112 of the wheel 104 exceeding a wheel creep
threshold 200 (see FIG. 6). For example, in one embodiment,
the second control module 108 may not limit the rate of
change in the excitation frequency until the wheel creep 112
exceeds a non-zero and non-infinite wheel creep threshold
200. Alternatively, the second control module 108 may
always limit the rate of change in the excitation frequency, but
the limits applied to the rates of change in the excitation
frequency may be based on the wheel creep 112.

In an embodiment, the second control module 108 com-
pares information of the wheel creep 112 to the wheel creep
threshold 200, and if the wheel creep 112 exceeds the thresh-
0ld 200, the second control module 108, limits or restricts the
rate at which the excitation frequency can change. The wheel
creep 112 can be provided to the second control module 108
by the first control module 106 (e.g., the torque regulator
116). Alternatively or additionally, the second control module
108 can determine the wheel creep 112 based on the data
provided by one or more of the speed sensors 126, as
described above. The limits applied to the rate of change in
the excitation frequency can result in a change in wheel or
motor speed information (as provided from the speed sensor
126 and indicative of and/or resulting from a forthcoming
spike in wheel creep 112) that would otherwise result in the
first control module adding or increasing the excitation fre-
quency, the second control module 108 may prevent or limit
his addition to or increase in the excitation frequency.

The limit on the rate of change in the excitation frequency
can be expressed as an absolute limit or a relative limit. For
example, with respect to an absolute limit, the second control
module 108 may not permit the excitation frequency to
increase by more than a designated amount (e.g., a change in
frequency) within a designated time period. With respect to a
relative limit, the second control module 108 may not permit
the excitation frequency to increase by more than a desig-
nated percentage of the excitation frequency within a desig-
nated time period. The limits applied by the second control
module 108 may be customized to individual traction motors
and/or traction vehicles. These limits may be hard-coded in
the software of the system 100 and/or may be modified by an
operator of the traction vehicle.



US 9,209,736 B2

11

When a limit on the rate of change in the excitation fre-
quency is being applied, the second control module 108 com-
pares changes in the excitation frequency over time and deter-
mines an actual rate of change in the excitation frequency.
This rate may be calculated as a different between previous
and subsequent excitation frequencies divided by the time
period between when the previous and subsequent excitation
frequencies are determined by the torque regulator 118 and/or
communicated to the second control module 108. The second
control module 108 compares the actual rate of change in the
excitation frequency to the limit on the rate of change in the
excitation frequency. If the actual rate does not exceed the
limit, then the second control module 108 does not alter the
excitation frequency output from the torque regulator 118. As
aresult, the excitation frequency output from the torque regu-
lator 118 is used as the frequency of the current that is sup-
plied to the traction motor in order to power the motor to
propel the vehicle.

If the actual rate does exceed the limit, however, then the
second control module 108 can limit the excitation frequency
that is output from the torque regulator 118 by altering the
excitation frequency. In one embodiment, the second control
module 108 alters the excitation frequency by keeping the
excitation frequency as the same value as a previous excita-
tion frequency. For example, the second control module 108
may change the excitation frequency to a frequency that is the
same as the previous excitation frequency. As a result, the rate
of change in the excitation frequency may be decreased to a
value that is smaller than the limit. Alternatively, the second
control module 108 may alter the excitation frequency by
reducing the excitation frequency to another value that results
in the rate of change in the excitation frequency being no
greater than the limit on the rate of change in the excitation
frequency. The excitation frequency that is output from the
torque regulator 118 (as altered by the limit when applicable)
is used as the frequency of the current that is supplied to the
traction motor in order to power the motor to propel the
vehicle.

The wheel creep threshold 200 can be based on the speed at
which the traction vehicle is moving along the route. For
example, at speeds below a designated threshold (such as a
value that is indicative of a relatively low vehicle speed, such
as less than 48 kilometers per hour, less than 32 kilometers per
hour, less than 16 kilometers per hour, less than 8 kilometers
per hour, and the like), the threshold wheel creep may be 3.5%
(or another value). At speeds above this threshold, a larger
threshold wheel creep may be used. If the detected wheel
creep for a wheel-axle set exceeds this threshold, then the
limit on the rate of change in excitation frequency supplied to
the traction motor or motors associated with the same wheel-
axle set may be applied.

The extent to which the rate of change of the excitation
frequency is limited may be based on limiting a gain in the
wheel creep. That is, the excitation frequency rate of change
is limited to the extent to limit a gain in wheel creep. In one
embodiment, the excitation frequency rate of change is
restricted or limited to limit the wheel creep gain to no more
than 1.61 kph/sec (e.g., 1 mph/sec).

In an embodiment, the rate of change of the excitation
frequency is limited when the wheel speed is below a desig-
nated value (such as a value that is indicative of a relatively
low vehicle speed, such as less than 48 kilometers per hour,
less than 32 kilometers per hour, less than 16 kilometers per
hour, less than 8 kilometers per hour, and the like). For
example, at higher speeds (such as speeds at or above a
designated threshold), the rate of change in the excitation
frequency of the traction motors may not be limited but, at
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lower speeds (e.g., speeds below the designated threshold),
the rate of change in the excitation frequency may be limited

The limit on the rate of change in the excitation frequency
can be based on the speed at which the traction vehicle is
traveling. For example, the limit on the rate of change in the
excitation frequency can increase for faster speeds and
decrease for slower speeds. As a result, the excitation fre-
quency can vary at a greater rate within the designated limit at
faster speeds of the traction vehicle. Conversely, at slower
speeds, the rate of changes in the excitation frequency can be
more restricted.

The limit on the allowed rate of change in the excitation
frequency can continue to be applied to a traction motor or
traction motors until the wheel creep that is monitored for the
wheel-axle set or sets associated with the motor or motors
falls below a designated, lower wheel creep threshold. This
lower wheel creep threshold may be a non-zero threshold that
differs from the threshold wheel creep used to determine
when to apply the limit (also referred to as the upper threshold
wheel creep). For example, if the threshold wheel creep used
to determine when to apply the limit on the rate of change in
the excitation frequency is 3.5% wheel creep, then the lower
wheel creep threshold that is used to determine when to
remove this limit can be another, lower value, such as 2.5%
wheel creep (or another value). The lower wheel creep thresh-
old may be different from the upper wheel creep threshold to
prevent relatively brief, transitory variations in the wheel
creep from causing the limit to be repeatedly and relatively
rapidly applied and removed in an alternating manner. For
example, if the upper and lower wheel creep thresholds were
equivalent, then in some applications, the monitored wheel
creep may vary above and below the thresholds relatively
rapidly, thereby causing the limit to be relatively rapidly
applied, removed, applied, removed, and so on, even though
the wheel creep is not significantly decreasing. Making the
lower wheel creep threshold be different and smaller than the
upper wheel creep threshold may ensure that the limit on the
rate of change in the excitation frequency continues to be
applied until the wheel creep is actually decreased due to the
application of the limit on the rate of allowable change in the
excitation frequency.

FIG. 6 shows example wheel creep thresholds 200 for
various adhesion curves 600, 602, 604, 606, 608. The adhe-
sion curves 600, 602, 604, 606, 608 are based on known
wheel/surface interfaces for various weather conditions, as
described above in regards to FIG. 3. Threshold values may
be selected as within three percent (3%) of the optimum creep
for the highest level of adhesion (for a given interface and
weather condition). For example, the upper threshold wheel
creep that is used to determine when to apply the limit on the
rate of change in the excitation frequency may be 3% of an
optimum creep for a designated adhesion level based on the
condition of the route (e.g., a dry route with sand applied to
the route, a dry route with no sand applied to the route, a wet
route with sand applied to the route, a wet route with no sand
applied to the route, an oily route, and the like). The condition
of the route may be selected by an operator of the traction
vehicle.

Alternatively, the wheel creep threshold that is used to
determine when to limit the rate of change in the excitation
frequency can be a designated threshold, such as a threshold
that is input by the operator and/or hard-coded into the system
100, without reference to the condition of the route on which
the traction vehicle is currently traveling.

Returning to the description of the control system 100
shown in FIG. 5, the second control module 108 may addi-
tionally or alternatively limit or control the excitation fre-



US 9,209,736 B2

13

quencies of the traction motor based on changes in the torque
generated by the traction motor. For example, the second
control module 108 may monitor changes in the torque that is
actually generated by the traction motor when the excitation
frequencies of the traction motor change. If the second con-
trol module 108 identifies or determines that the torque
decreases with increasing excitation frequencies, then the
second control module 108 may determine that creep of the
wheel being driven by the traction motor is increasing too
quickly and/or that unacceptable wheel slip of the wheel is
occurring or is more likely to occur (relative to the torque not
decreasing with increasing excitation frequencies). In
response to this determination, the second control module
108 may restrict further increases in the excitation frequen-
cies. For example, the second control module 108 may pre-
vent the excitation frequency from being increased further
and/or may decrease the excitation frequency.

In an embodiment, the torque increaser 114 of the first
control module 106 measures or estimates the torque gener-
ated by the traction motor in the traction motor system 102.
The torque increaser 114 may calculate the torque generated
by the traction motor based on the RPMs or speed at which the
wheel driven by the traction motor is rotating. The torque
increaser 114 may calculate the torque using the RPMs of the
motor and the horsepower of the motor and/or the watts of the
motor. For example, the torque increaser 114 may determine
the torque of the motor using one or more of the following
relationships:

. HP #5252 (Eqn. #1)
- RPM
w (Eqn. #2)
HP = 77%

where T represents the measured torque of the motor, HP
represents the horsepower of the motor, RPM represents the
revolutions per minute of the motor, and W represents the
watts of the motor. Optionally, another relationship or inputs
may be used to determine the torque of the motor.

The torque increaser 114 monitors the torque of the motor
and reports the torque and/or changes in the torque to the
second control module 108. The second control module 108
examines the torques received from the torque increaser 114
and monitors changes in the torques with respect to changes
in the excitation frequency. The second control module 108
determines if the torques increase with increasing excitation
frequency. For example, when the excitation frequency
increases, the second control module 108 determines if the
torque also increases. If the torque does not increase, then the
second control module 108 may restrict the excitation fre-
quencies in order to prevent the wheel from slipping or the
creep of the wheel from increasing further.

FIG. 10 illustrates an example of torques 1000 generated
by the motor and corresponding excitation frequencies sup-
plied to the motor. The torques 1000 are shown alongside a
horizontal axis 1002 representative of excitation frequencies
supplied to the motor and a vertical axis 1004 representative
of the torques measured by the torque increaser 114. As
shown in FIG. 10, as the excitation frequencies increase, the
torques 1000 generated by the motor increase up to a peak
torque 1006 at a peak-associated excitation frequency 1008.
The peak torque 1006 may represent an upper torque pro-
duced by the motor at the peak-associated excitation fre-
quency 1008, but may not necessarily represent the maximum
torque that can be generated by the motor. For example, under
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different or other circumstances (e.g., the vehicle traveling
over a different grade of the route, different weather condi-
tions, different vehicle speed, or the like), the motor may be
capable of generating torque in excess of the peak torque
1006.

In the illustrated example, when the excitation frequency
of the current supplied to the motor increases above the fre-
quency 1008 associated with the peak torque 1006, the
torques 1000 generated by the motor decrease. Further
increases in the excitation frequency do not result in increases
in the torque 1000 generated by the motor. This decrease in
the torque 1000 with increasing excitation frequency may be
a result of increased creep or wheel slip of the wheel that is
rotated by the motor.

In response to detecting this decrease in torque 1000, the
second control module 108 may restrict further increases in
the excitation frequency. For example, the second control
module 108 may decrease the excitation frequency below the
peak-associated excitation frequency 1008. The second con-
trol module 108 may decrease the excitation frequency of the
current supplied to the motor regardless of changes to the
throttle settings of the vehicle that includes the motor. A
manual or automatic increase in the throttle setting of the
vehicle (which would otherwise cause the excitation fre-
quency to be increased) may be disregarded, ignored, or oth-
erwise not implemented by the control system 100.

The second control module 108 may decrease the excita-
tion frequency below the peak-associated frequency 1008.
For example, in response to the torque decreasing below the
peak torque 1006 when the excitation frequency is increased
above the peak-associated frequency 1008, the second con-
trol module 108 may reduce the excitation frequency below
the peak-associated frequency 1008 by at least a designated
amount and/or to no greater than a lower designated fre-
quency. The second control module 108 may decrease the
excitation frequency even if the throttle is manually or auto-
matically controlled to increase the excitation frequency or to
have an excitation frequency that is greater than the lowered
excitation frequencies that are implemented by the second
control module 108.

In one aspect, the second control module 108 reduces the
excitation frequency below the peak-associated frequency
1008 at no faster than a relatively slow rate. For example, the
second control module 108 may reduce the excitation fre-
quency by setting the excitation frequency at different
decreasing values over time, as opposed to immediately
changing the excitation frequency to a lower designated exci-
tation frequency. The second control module 108 may slowly
reduce the excitation frequency to avoid abrupt changes in the
excitation frequency causing abrupt changes in the velocity of
the motor, wheel, and vehicle. Such abrupt changes can cause
undesirable run-ins between adjacent or neighboring vehicles
in the vehicle system.

The traction motors described herein may be induction
motors or other AC motor types where the frequency of the
applied voltage is a contributor to the developed motor
torque. Examples of methods to measure creep, wheel speed,
wheel tractive effort, etc. are found in commonly owned U.S.
Pat. No. 7,285,926, issued Oct. 23, 2007, which is hereby
incorporated by reference herein in its entirety.

FIG. 7 is a schematic diagram of a traction vehicle 700 in
accordance with another embodiment. The traction vehicle
700 may be similar to the traction vehicle 14 (shown in FIG.
1) and may be part of a larger vehicle system 10 (shown in
FIG. 1). The traction vehicle 700 includes a control system
702, which may be similar to or represent the control system
100 (shown in FIG. 5). A propulsion system 704 of the vehicle
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700 represents the throttle, traction motors, inverters, axles,
gears, and the like, that are used to control propulsion and
breaking of the vehicle 700.

In the illustrated embodiment, the traction vehicle 700
includes a friction modifying system 706. The friction modi-
fying system 706 includes or is connected with a friction
modifying substance applicator 708, which applies one or
more friction modifying substances to the route 12 in order to
change a friction coefficient of the route 12 and/or adhesion of
wheels 710 of the vehicle 700 to the route 12. The friction
modifying substances can include sand, air, lubricant (e.g.,
oil), or other materials that increase or decrease the adhesion
of the wheels 710 to the route 12.

The friction modifying system 708 can include one or more
processors, controllers, and the like, along with associated
circuitry, for controlling when the applicator 708 applies the
friction moditying substances to the route 12. In one embodi-
ment, the friction modifying system 708 autonomously
directs the applicator 708 to apply a friction modifying sub-
stance to the route 12 in response to the measured wheel creep
112 (shown in FIG. 5) of one or more wheels 710 of the
vehicle 700. For example, when the wheel creep 112
approaches (e.g., comes within a designated amount of) the
wheel creep setpoint or threshold at which the rate of change
in excitation frequency is limited, the friction modifying sys-
tem 708 can autonomously direct the applicator to apply one
or more friction modifying substances that increase the fric-
tion coefficient of the interface between the route 12 and the
wheels 710, such as air or sand. The friction modifying sys-
tem 708 can autonomously attempt to increase the adhesion
between the wheels 710 and the route 12 in order to prevent or
delay the increase of the wheel creep 112 to the threshold at
which the rate of change in excitation frequency of the current
supplied to the traction motor is limited. Alternatively or
additionally, the friction modifying system 708 can autono-
mously apply the friction moditying substance to the route 12
in response to the wheel creep 112 exceeding the threshold
(and the rate of change in excitation frequency being limited).
For example, once the limit on the rate of change in excitation
frequency is applied, the friction modifying system 708 can
attempt to increase the adhesion of the wheels 710 to the route
12 in order to reduce the time period that the limit on the rate
of change in excitation frequency is applied.

FIG. 8 is a flowchart of one embodiment of a method 800
for controlling a traction motor. The method 800 may be used
to control the excitation frequencies of current supplied to a
traction motor. In a traction vehicle having multiple traction
motors and/or axle-wheel sets connected to multiple traction
motors, the method 800 may be individually applied to each
of'the traction motors such that different traction motors in the
same vehicle may have differently controlled excitation fre-
quencies.

At 802, a throttle command is received from a throttle
device. The throttle command may represent the tractive
effort that is manually or autonomously requested to be pro-
vided by one or more traction motors of the vehicle. The
throttle device that is used to provide the throttle command
may be a throttle lever, pedal, button, touchscreen, dial,
energy management system, or the like.

At 804, the torque that is needed from a traction motor to
provide the requested tractive effort is determined. This
torque may be determined from one or more factors, such as
the current speed of the vehicle, the size of the vehicle, the
wheel creep of one or more wheels of the vehicle, and the like,
as described above.

At 806, wheel creep of the vehicle is monitored. For
example, the wheel creep of one or more wheels of the vehicle
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can be measured as the vehicle travels. The wheel creep can
be measured in a variety of manners, including by measuring
a difference between the angular velocity of the outer perim-
eter of the wheel (which may be based on the movement speed
of the vehicle along a route) and the rotational velocity at
which the traction motor is rotating the wheel. The wheel
creep can be monitored on a periodic, continual, or
as-prompted basis during travel of the vehicle.

At 808, a determination is made as to whether the wheel
creep exceeds a wheel creep threshold. As described above,
the wheel creep threshold may be based on a wheel creep
setpoint that represents a wheel creep that will or is likely to
result in the wheel losing adhesion to the route and slipping
(e.g., moving relative to the route). The wheel creep threshold
may be a fraction of the setpoint so that the comparison of the
wheel creep to the threshold indicates whether the wheel
creep is approaching the threshold.

If the wheel creep does not exceed the threshold, then the
wheel creep may not be approaching the wheel creep associ-
ated with break-away between the wheel and the route (and
slippage of the wheel on the route). As a result, the rate of
change in excitation frequencies applied to the traction motor
may not need to be limited. Consequently, flow of the method
800 may proceed to 810.

At 810, an excitation frequency of the current supplied to
the traction motor is determined. This excitation frequency
may be the frequency of current that causes the motor to
provide the torque that is needed to provide the tractive effort
requested by the throttle command. At 812, the current is
supplied to the traction motor at the excitation frequency. The
motor is powered with the current and may change speeds
based on the excitation frequency to alter the amount of
torque provided by the motor.

Returning to the decision at 808, if the wheel creep exceeds
the threshold, then the wheel creep may be approaching a
wheel creep associated with break-away between the wheel
and the route. As a result, the rate of change in excitation
frequencies applied to the traction motor may need to be
limited. Consequently, flow of the method 800 may proceed
to 814.

At 814, a limit on the rate of change in the excitation
frequency is applied. This limit can prevent the excitation
frequency from changing too drastically and causing an
increase in the wheel creep and/or cause wheel slip between
a wheel and the route.

At 816, the excitation frequency of the current supplied to
the traction motor is determined. This excitation frequency
may be the frequency of current that causes the motor to
provide the torque that is needed to provide the tractive effort
requested by the throttle command.

At 818, a determination is made as to whether a rate of
change in the excitation frequency exceeds the limit. For
example, the change in excitation frequencies (e.g., from a
previous excitation frequency to the excitation frequency
determined at 816) over time is compared to the limit. If the
rate of change in excitation frequencies exceeds the limit,
then the excitation frequency may be increasing at such a
rapid rate that the wheel creep is likely to further increase
and/or cause wheel slip. As a result, flow of the method 800
continues to 820.

At 820, an excitation frequency other than the excitation
frequency that is determined at 818 is used for the current
supplied to power the traction motor. For example, and as
described above, the excitation frequency determined at 816
may be changed to a previous excitation frequency or other-
wise reduced so that the rate of change in the excitation
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frequency remains at or below the limit. The current is sup-
plied to the traction motor at the changed excitation fre-
quency.

Returning to the decision made at 818, if the rate of change
in excitation frequencies does not exceed the limit, then the
excitation frequency may not be increasing at too rapid rate of
a rate. As a result, flow of the method 800 continues to 822.

At 822, current is supplied to the traction motor at the
excitation frequency that is determined at 816. As described
above, this current powers the traction motor to provide
torque that is less likely to increase wheel creep and/or is less
likely to cause wheel slip.

The limit on the rate of change in excitation frequency may
continue to be applied until the wheel creep is reduced below
a threshold. As described above, the threshold that is used to
determine when to remove this limit may be lower than the
threshold used to determine when to apply the limit. Using
two different limits can reduce instances of the limit being
alternatively applied and removed in a relatively rapid man-
ner. Additionally or alternatively, the limit may continue to be
applied until the wheel creep remains below the threshold
used to determine when to apply the limit for at least a des-
ignated time period.

FIG. 9 is a flowchart of an embodiment of a method 900 for
controlling a traction motor. The method 900 may be used to
control the excitation frequencies of current supplied to a
traction motor. In a traction vehicle having multiple traction
motors and/or axle-wheel sets connected to multiple traction
motors, the method 900 may be individually applied to each
of'the traction motors such that different traction motors in the
same vehicle may have differently controlled excitation fre-
quencies.

At 902, a throttle command is received from a throttle
device. The throttle command may represent the tractive
effort that is manually or autonomously requested to be pro-
vided by one or more traction motors of the vehicle. The
throttle device that is used to provide the throttle command
may be a throttle lever, pedal, button, touchscreen, dial,
energy management system, or the like.

At 904, the torque that is needed from a traction motor to
provide the requested tractive effort is determined. This
torque may be determined from one or more factors, such as
the current speed of the vehicle, the size of the vehicle, the
wheel creep of one or more wheels of the vehicle, and the like,
as described above.

At 906, wheel creep of the vehicle is monitored. For
example, the wheel creep of one or more wheels of the vehicle
can be measured as the vehicle travels. The wheel creep can
be measured in a variety of manners, including by measuring
a difference between the angular velocity of the outer perim-
eter of the wheel (which may be based on the movement speed
of the vehicle along a route) and the rotational velocity at
which the traction motor is rotating the wheel. The wheel
creep can be monitored on a periodic, continual, or
as-prompted basis during travel of the vehicle.

At 908, a determination is made as to whether the wheel
creep exceeds a wheel creep threshold. As described above,
the wheel creep threshold may be based on a wheel creep
setpoint that represents a wheel creep that will or is likely to
result in the wheel losing adhesion to the route and slipping
(e.g., moving relative to the route). The wheel creep threshold
may be a fraction of the setpoint so that the comparison of the
wheel creep to the threshold indicates whether the wheel
creep is approaching the threshold.

If the wheel creep does not exceed the threshold, then the
wheel creep may not be approaching the wheel creep associ-
ated with break-away between the wheel and the route (and
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slippage of the wheel on the route). As a result, the rate of
change in excitation frequencies applied to the traction motor
may not need to be limited. Consequently, flow of the method
900 may proceed to 910.

At 910, an excitation frequency of the current, supplied to
the traction motor is determined. This excitation frequency
may be the frequency of current that causes the motor to
provide the torque that is needed to provide the tractive effort
requested by the throttle command. At 912, the current is
supplied to the traction motor at the excitation frequency. The
motor is powered with the current and may change speeds
based on the excitation frequency to alter the amount of
torque provided by the motor.

Returning to the decision at 908, if the wheel creep exceeds
the threshold, then the wheel creep may be approaching a
wheel creep associated with break-away between the wheel
and the route. As a result, the rate of change in excitation
frequencies applied to the traction motor may need to be
limited. Consequently, flow of the method 900 may proceed
to0 914.

At 914, a limit on the rate of change in the excitation
frequency is applied. This limit can prevent the excitation
frequency from changing too drastically and causing an
increase in the wheel creep and/or cause wheel slip between
a wheel and the route.

At 916, the excitation frequency of the current supplied to
the traction motor is determined. This excitation frequency
may be the frequency of current that causes the motor to
provide the torque that is needed to provide the tractive effort
requested by the throttle command.

At 918, a determination is made as to whether a rate of
change in the excitation frequency exceeds the limit. For
example, the change in excitation frequencies (e.g., from a
previous excitation frequency to the excitation frequency
determined at 916) over time is compared to the limit. If the
rate of change in excitation frequencies exceeds the limit,
then the excitation frequency may be increasing at such a
rapid rate that the wheel creep is likely to further increase
and/or cause wheel slip. As a result, flow of the method 900
continues to 920.

At 920, an excitation frequency other than the excitation
frequency that is determined at 918 is used for the current
supplied to power the traction motor. For example, and as
described above, the excitation frequency determined at 916
may be changed to a previous excitation frequency or other-
wise reduced so that the rate of change in the excitation
frequency remains at or below the limit. The current is sup-
plied to the traction motor at the changed excitation fre-
quency.

Returning to the decision made at 918, if the rate of change
in excitation frequencies does not exceed the limit, then the
excitation frequency may not be increasing at too rapid rate of
a rate. As a result, flow of the method 900 continues to 922.

At 922, current is supplied to the traction motor at the
excitation frequency that is determined at 916. As described
above, this current powers the traction motor to provide
torque that is less likely to increase wheel creep and/or is less
likely to cause wheel slip.

At 924, the torque produced by the traction motor is moni-
tored. The torque may be periodically monitored, monitored
when the excitation frequency changes, monitored on auto-
matic or operator demand, or otherwise tracked. The torque is
monitored in order to ensure that the torque is changing as
expected with changes in the excitation frequency.

At 926, a determination is made as to whether the torque
produced by the motor is increasing when the excitation
frequency of the current supplied to the motor increases. As
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described above, the torque produced by the motor is
expected to increase when the excitation frequency of the
current supplied to the motor increases. If the torque does not
increase when the excitation frequency is increased, then the
static or decreasing torque may be indicative of the wheel that
is driven by the motor slipping relative to the route. If the
torque is not increasing with increasing excitation frequency,
then flow of the method 900 proceeds to 928.

Conversely, if the torque is increasing with an increase in
the excitation frequency, then flow of the method 900 returns
to 902. The method 900 may return to 902 so that another
throttle command may be received and operation of the
method 900 is repeated one or more times.

At 928, increases in the excitation frequency are restricted.
In one aspect, an increase in the excitation frequency that was
recently implemented at 912, 920, or 922 is reversed, such as
by decreasing the excitation frequency to a value less than the
excitation frequency that was recently implemented at 912,
920, 922. The excitation frequency may be decreased by a
greater amount than the increase that was recently imple-
mented, such as by decreasing the excitation frequency at a
relatively slow rate to a lower value than prior to the recent
increase in excitation frequency. Optionally, the excitation
frequency that was implemented at 912, 920, or 922 may not
be reversed, but a subsequent increase in the excitation fre-
quency may be disregarded and the excitation frequency
decreased. The excitation frequency may be reduced to pre-
vent or reduce wheel slip, as described above.

Flow of the method 900 may then return to 902 for an
additional throttle commend to be received. The method 900
may proceed in a loop-wise manner one or more times to
control and limit changes in the excitation frequencies of
current supplied to a motor to reduce and/or prevent wheel
slip, and/or to control wheel creep.

In an embodiment, a control method (e.g., for controlling a
traction motor of a vehicle) includes determining wheel creep
of'a wheel operably coupled to the traction motor and, based
on the determined wheel creep, limiting a rate of change of an
excitation frequency of current that is applied to the traction
motor to drive the wheel.

In one aspect, the rate of change of the excitation frequency
is limited if the wheel creep exceeds a wheel creep threshold.

In one aspect, the rate of change of the excitation frequency
is limited to a first rate of change value that is less than a
second rate of change value sought to be applied to the trac-
tion motor by a regulator module according to the wheel
creep. The regulator module includes at least one of a creep
regulator or a torque regulator.

In one aspect, the wheel creep is determined at least in part
based on a speed of the traction motor.

In one aspect, limiting the rate of change of the excitation
frequency limits wheel creep gain of the wheel.

In one aspect, the wheel creep gain is limited to no more
than 1.61 kph/sec.

In one aspect, the rate of change is limited to limit wheel
creep gain of the wheel to no more than 1.61 kph/sec.

In one aspect, determining the wheel creep and limiting the
rate of change of the excitation frequency are carried out
independently for each of a plurality of wheel and traction
motor pairs of the vehicle.

In one aspect, determining the wheel creep and limiting the
rate of change of the excitation frequency are carried out by an
electronic control module configured to generate signals for
controlling a traction inverter to power the traction motor.

In one aspect, the rate of change of the excitation frequency
is limited when at least one of a speed of the wheel or a speed
of a vehicle is below a designated value.
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In an embodiment, a control method (e.g., for controlling a
traction motor of a vehicle) includes determining whether
wheel creep of a wheel operably coupled to the traction motor
exceeds a wheel creep threshold and limiting a rate of change
of an excitation frequency applied to the traction motor to
drive the wheel when the wheel creep exceeds the wheel creep
threshold.

In one aspect, the control method also includes applying
the excitation frequency to the traction motor to drive the
wheel. Limiting the rate of change of the excitation frequency
can include restricting the rate at which the excitation fre-
quency can change responsive to the wheel creep of the wheel
exceeding the wheel creep threshold.

In one aspect, the control method also includes applying
the excitation frequency and monitoring the wheel creep of
the wheel.

In an embodiment, a control method (e.g., for controlling a
traction motor of a vehicle) includes determining whether a
wheel driven by the traction motor has accelerated away from
a creep setpoint by at least a threshold and controlling an
excitation frequency applied to the traction motor to reduce
accelerating torque delivered by the motor to the wheel when
the wheel has accelerated away from the creep setpoint by at
least the threshold.

In one aspect, controlling the excitation frequency com-
prises limiting a rate of change of the excitation frequency.

In an embodiment, a control system (e.g., for a vehicle
having a traction motor) includes first and second control
modules. The first control module is configured to generate an
excitation frequency of a current supplied to a traction motor
of a traction motor system, based at least in part on a throttle
command and a speed associated with one of the traction
motor or a wheel driven by the traction motor. The second
control module is configured to limit a rate of change of the
excitation frequency responsive to a wheel creep of the wheel
exceeding a wheel creep threshold.

In one aspect, the second control module is configured to
limit the rate of change of the excitation frequency to a first
rate of change value that is less than a second rate of change
value sought to be applied to the traction motor by the first
control module according to the wheel creep.

In one aspect, the second control module is configured to
limit the rate of change of the excitation frequency in order to
limit wheel creep gain of the wheel.

In one aspect, the first control module is configured to
determine the wheel creep and the second control module is
configured to limit the rate of change of the excitation fre-
quency independently for each of a plurality of wheel and
traction motor pairs of a vehicle.

In one aspect, the second control module is configured to
limit the rate of change of the excitation frequency when at
least one of a speed of the wheel or a speed of a vehicle is
below a designated value.

In an embodiment, a control method includes monitoring
changes in torque produced by a traction motor when an
excitation frequency of current supplied to the traction motor
changes, determining if the torque produced by the traction
motor decreases when the excitation frequency of the current
supplied to the traction motor increases, and responsive to the
torque produced by the traction motor decreasing when the
excitation frequency increases, preventing the excitation fre-
quency of the current supplied to the traction motor from
increasing further.

In one aspect, one or more of monitoring the changes in the
torque, determining if the torque decreases, and/or preventing
the excitation frequency from increasing further is performed
by one or more processors.
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In one aspect, the excitation frequency is prevented from
increasing further by reducing the excitation frequency
responsive to the torque decreasing when the excitation fre-
quency is increased.

In one aspect, the torque produced by the traction motor
increases to a peak torque when the excitation frequency
increases to a peak-associated excitation frequency and the
torque decreases below the peak torque when the excitation
frequency is increased above the peak-associated excitation
frequency. The excitation frequency is prevented from
increasing further by reducing the excitation frequency to a
value below the peak-associated excitation frequency.

In one aspect, preventing the excitation frequency from
increasing further includes disregarding manually or auto-
matically selected increases in a throttle setting of a vehicle
that includes the traction motor that would otherwise cause
the excitation frequency to increase.

In one aspect, the method also includes determining wheel
creep of a wheel operably coupled to the traction motor and,
based on the wheel creep that is determined, limiting a rate of
change of the excitation frequency of current that is supplied
to the traction motor.

In one aspect, the rate of change of the excitation frequency
is limited to a first rate of change value that is less than a
second rate of change value sought to be applied to the trac-
tion motor by a regulator module according to the wheel
creep. The regulator module includes at least one of a creep
regulator or a torque regulator.

In one aspect, monitoring the changes in the torque, deter-
mining if the torque decreases when the excitation frequency
increases, and preventing the excitation frequency from
increasing further are carried out independently for each of a
plurality of wheel and traction motor pairs of a vehicle.

In an embodiment, a control system (e.g., for a vehicle)
includes first and second control modules. The first control
module is configured to control an excitation frequency of a
current supplied to a traction motor of a traction motor sys-
tem, based at least in part on a throttle command and a speed
associated with one of the traction motor or a wheel driven by
the traction motor. The second control module is configured
to monitor changes in torque produced by the traction motor
when the excitation frequency changes and determine if the
torque produced by the traction motor decreases when the
excitation frequency increases. The second control module is
configured to prevent the excitation frequency of the current
supplied to the traction motor from increasing further respon-
sive to the torque decreasing when the excitation frequency
increases.

In one aspect, the second control module is configured to
prevent the excitation frequency from increasing further by
reducing the excitation frequency responsive to the torque
decreasing when the excitation frequency is increased.

In one aspect, the torque produced by the traction motor
increases to a peak torque when the excitation frequency
increases to a peak-associated excitation frequency and the
torque decreases below the peak torque when the excitation
frequency is increased above the peak-associated excitation
frequency. The second control module is configured to pre-
vent the excitation frequency from increasing further by
reducing the excitation frequency to a value below the peak-
associated excitation frequency.

In one aspect, the second control module is configured to
prevent the excitation frequency from increasing further by
disregarding manually or automatically selected increases in
a throttle setting of a vehicle that includes the traction motor
that would otherwise cause the excitation frequency to
increase.
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In one aspect, the first control module is configured to
determine wheel creep of the wheel driven by the traction
motor and the second control module is configured to limit a
rate of change of the excitation frequency based on the wheel
creep that is determined.

In one aspect, the second control module is configured to
limit the rate of change of the excitation frequency to a first
rate of change value that is less than a second rate of change
value sought to be applied to the traction motor by a regulator
module according to the wheel creep. The regulator module
includes at least one of a creep regulator or a torque regulator.

In one aspect, the first control module is configured to
control the excitation frequency and the second control mod-
ule is configured to prevent the excitation frequency from
increasing further independently for each of a plurality of
wheel and traction motor pairs of a vehicle.

In an embodiment, a method (e.g., for controlling a
vehicle) includes receiving changes to a throttle setting of a
vehicle. The changes to the throttle setting change torque
generated by a first traction motor in rotating a first wheel of
the vehicle in order to propel the vehicle along a route. The
method also includes determining excitation frequencies of
electric current that is supplied to the first traction motor in
order to power the first traction motor. The excitation frequen-
cies are determined from the changes to the throttle setting of
the vehicle. The method further includes monitoring changes
in the torque generated by the first traction motor caused by
changes in the excitation frequencies of the electric current
supplied to the first traction motor and determining when
increases in the excitation frequencies result in decreases in
the torque generated by the first traction motor. The method
also includes, responsive to determining that the increases in
the excitation frequencies result in the decreases in the torque
generated by the first traction motor, reducing the excitation
frequencies of the electric current supplied to the first traction
motor.

In one aspect, the torque generated by the first traction
motor increases to a peak torque when the excitation frequen-
cies increase to a peak-associated excitation frequency and
the torque decreases below the peak torque when the excita-
tion frequencies increase above the peak-associated excita-
tion frequency. The excitation frequencies are reduced to a
value below the peak-associated excitation frequency respon-
sive to determining that the increases in the excitation fre-
quencies result in the decreases in the torque generated by the
first traction motor.

In one aspect, reducing the excitation frequencies includes
disregarding manually or automatically selected increases in
the throttle setting of the vehicle that would otherwise cause
the excitation frequencies to increase.

In one aspect, the method also includes determining wheel
creep of the first wheel operably coupled to the first traction
motor and based on the wheel creep that is determined, lim-
iting a rate of change of the excitation frequencies of the
electric current that is supplied to the first traction motor.

In one aspect, the rate of change of the excitation frequen-
cies is limited to a first rate of change value that is less than a
second rate of change value sought to be applied to the first
traction motor by a regulator module according to the wheel
creep. The regulator module includes at least one of a creep
regulator or a torque regulator.

In one aspect, the vehicle includes the first traction motor
configured to drive the first wheel and at least a second trac-
tion motor configured to drive at least a second wheel. The
method can also include monitoring changes in torque gen-
erated by the at least the second traction motor caused by
changes in excitation frequencies of electric current supplied
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to the at least the second traction motor independent of the
first traction motor, determining when increases in the exci-
tation frequencies of the electric current supplied to the at
least the second traction motor result in decreases in the
torque generated by the at least the second traction motor
independent of the first traction motor, and responsive to
determining that the increases in the excitation frequencies of
the electric current supplied to the at least the second traction
motor result in the decreases in the torque generated by the at
least the second traction motor, reducing the excitation fre-
quencies of the electric current supplied to the at least the
second traction motor independent of the first traction motor.

In the appended claims, the terms “including” and “hav-
ing” are used as the plain-language equivalents of the term
“comprising”; the term “in which” is equivalent to “wherein.”
Moreover, in the following claims, the terms “first,” “second,”
“third,” “upper,” “lower,” “bottom,” “top,” etc, are used
merely as labels, and are not intended to impose numerical or
positional requirements on their objects. Further, the limita-
tions of the following claims are not written in means-plus-
function format and are not intended to be interpreted based
on 35 US.C. §112, sixth paragraph, unless and until such
claim limitations expressly use the phrase “means for” fol-
lowed by a statement of function void of further structure. As
used herein, an element or step recited in the singular and
proceeded with the word “a” or “an” should be understood as
not excluding plural of said elements or steps, unless such
exclusion is explicitly stated. Furthermore, references to “one
embodiment” of the inventive subject matter are not intended
to be interpreted as excluding the existence of additional
embodiments that also incorporate the recited features. More-
over, unless explicitly stated to the contrary, embodiments
“comprising,” “including,” or “having” an element or a plu-
rality of elements having a particular property may include
additional such elements not having that property. Moreover,
certain embodiments may be shown as having like or similar
elements, however, this is merely for illustration purposes,
and such embodiments need not necessarily have the same
elements unless specified in the claims.

As used herein, the terms “may” and “may be” indicate a
possibility of an occurrence within a set of circumstances; a
possession of a specified property, characteristic or function;
and/or qualify another verb by expressing one or more of an
ability, capability, or possibility associated with the qualified
verb. Accordingly, usage of “may” and “may be” indicates
that a modified term is apparently appropriate, capable, or
suitable for an indicated capacity, function, or usage, while
taking into account that in some circumstances the modified
term may sometimes not be appropriate, capable, or suitable.
For example, in some circumstances an event or capacity can
be expected, while in other circumstances the event or capac-
ity cannot occur—this distinction is captured by the terms
“may” and “may be.”

Although the inventive subject matter has been described
above, it should be understood that the same is intended by
way of illustration and example only and is not to be taken by
way of limitation. Accordingly, the spirit and scope of the
inventive subject matter are to be limited only by the terms of
the appended claims. Moreover, while only certain features of
the invention have been illustrated and described herein,
many modifications and changes will occur to those of ordi-
nary skill in the art. It is, therefore, to be understood that the
appended claims are intended to cover all such modifications
and changes as fall within the true spirit of the inventive
subject matter.
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The invention claimed is:

1. A control method comprising:

using a torque increaser, monitoring changes in torque
produced by a traction motor when an excitation fre-
quency of electric current supplied to the traction motor
changes;

using a creep modulator, determining if the torque pro-
duced by the traction motor decreases when the excita-
tion frequency of the current supplied to the traction
motor increases; and

using the creep modulator and responsive to the torque
produced by the traction motor decreasing when the
excitation frequency increases, preventing the excitation
frequency of the current supplied to the traction motor
from increasing further.

2. The method of claim 1, wherein the excitation frequency
is prevented from increasing further by reducing the excita-
tion frequency responsive to the torque decreasing when the
excitation frequency is increased.

3. The method of claim 1, wherein the torque produced by
the traction motor increases to a peak torque when the exci-
tation frequency increases to a peak-associated excitation
frequency and the torque decreases below the peak torque
when the excitation frequency is increased above the peak-
associated excitation frequency, and wherein the excitation
frequency is prevented from increasing further by reducing
the excitation frequency to a value below the peak-associated
excitation frequency.

4. The method of claim 1, wherein preventing the excita-
tion frequency from increasing further includes disregarding
manually or automatically selected increases in a throttle
setting of a vehicle that includes the traction motor that would
otherwise cause the excitation frequency to increase.

5. The method of claim 1, further comprising determining
wheel creep of a wheel operably coupled to the traction motor
and based on the wheel creep that is determined, limiting a
rate of change of the excitation frequency of current that is
supplied to the traction motor.

6. The method of claim 5, wherein the rate of change of the
excitation frequency is limited to a first rate of change value
that is less than a second rate of change value sought to be
applied to the traction motor by a regulator module according
to the wheel creep, the regulator module comprising at least
one of a creep regulator or a torque regulator.

7. The method of claim 1, wherein monitoring the changes
in the torque, determining if the torque decreases when the
excitation frequency increases, and preventing the excitation
frequency from increasing further are carried out indepen-
dently for each ofa plurality of wheel and traction motor pairs
of a vehicle.

8. A system comprising:

a creep modulator configured to control an excitation fre-
quency of a current supplied to a traction motor of a
traction motor system, based at least in part on a throttle
command and a speed associated with one of the traction
motor or a wheel driven by the traction motor; and

a torque increaser configured to monitor changes in torque
produced by the traction motor when the excitation fre-
quency changes and determine if the torque produced by
the traction motor decreases when the excitation fre-
quency increases, wherein the creep modulator is con-
figured to prevent the excitation frequency of the current
supplied to the traction motor from increasing further
responsive to the torque decreasing when the excitation
frequency increases.
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9. The system of claim 8, wherein the creep modulator is
configured to prevent the excitation frequency from increas-
ing further by reducing the excitation frequency responsive to
the torque decreasing when the excitation frequency is
increased.

10. The system of claim 8, wherein the torque produced by
the traction motor increases to a peak torque when the exci-
tation frequency increases to a peak-associated excitation
frequency and the torque decreases below the peak torque
when the excitation frequency is increased above the peak-
associated excitation frequency, and wherein the creep modu-
lator is configured to prevent the excitation frequency from
increasing further by reducing the excitation frequency to a
value below the peak-associated excitation frequency.

11. The system of claim 8, wherein the creep modulator is
configured to prevent the excitation frequency from increas-
ing further by disregarding manually or automatically
selected increases in a throttle setting of a vehicle that
includes the traction motor that would otherwise cause the
excitation frequency to increase.

12. The system of claim 8, further comprising an estimator
configured to determine wheel creep of the wheel driven by
the traction motor and the creep modulator is configured to
limit a rate of change of the excitation frequency based on the
wheel creep that is determined.

13. The system of claim 12, wherein the creep modulator is
configured to limit the rate of change of the excitation fre-
quency to a first rate of change value that is less than a second
rate of change value sought to be applied to the traction motor
according to the wheel creep.

14. The system of claim 8, wherein the torque increaser is
configured to control the excitation frequency and the creep
modulator is configured to prevent the excitation frequency
from increasing further independently for each of a plurality
of wheel and traction motor pairs of a vehicle.

15. A method comprising:

using a torque increaser, receiving changes to a throttle

setting of a vehicle, the changes to the throttle setting
changing torque generated by a first traction motor in
rotating a first wheel of the vehicle in order to propel the
vehicle along a route;

using a creep modulator, determining excitation frequen-

cies of electric current that is supplied to the first traction
motor in order to power the first traction motor, the
excitation frequencies determined from the changes to
the throttle setting of the vehicle;

using the creep modulator, monitoring changes in the

torque generated by the first traction motor caused by
changes in the excitation frequencies of the electric cur-
rent supplied to the first traction motor;

using the creep modulator, determining when increases in

the excitation frequencies result in decreases in the
torque generated by the first traction motor; and

10

15

20

25

30

35

40

45

50

26

using the creep modulator and responsive to determining
that the increases in the excitation frequencies result in
the decreases in the torque generated by the first traction
motor, reducing the excitation frequencies of the electric
current supplied to the first traction motor.

16. The method of claim 15, wherein the torque generated
by the first traction motor increases to a peak torque when the
excitation frequencies increase to a peak-associated excita-
tion frequency and the torque decreases below the peak
torque when the excitation frequencies increase above the
peak-associated excitation frequency, and wherein the exci-
tation frequencies are reduced to a value below the peak-
associated excitation frequency responsive to determining
that the increases in the excitation frequencies result in the
decreases in the torque generated by the first traction motor.

17. The method of claim 15, wherein reducing the excita-
tion frequencies includes disregarding manually or automati-
cally selected increases in the throttle setting of the vehicle
that would otherwise cause the excitation frequencies to
increase.

18. The method of claim 15, further comprising determin-
ing wheel creep of'the first wheel operably coupled to the first
traction motor and based on the wheel creep that is deter-
mined, limiting a rate of change of the excitation frequencies
of the electric current that is supplied to the first traction
motor.

19. The method of claim 18, wherein the rate of change of
the excitation frequencies is limited to a first rate of change
value that is less than a second rate of change value sought to
be applied to the first traction motor by a regulator module
according to the wheel creep, the regulator module compris-
ing at least one of a creep regulator or a torque regulator.

20. The method of claim 15, wherein the vehicle includes
the first traction motor configured to drive the first wheel and
at least a second traction motor configured to drive at least a
second wheel, and further comprising monitoring changes in
torque generated by the at least the second traction motor
caused by changes in excitation frequencies of electric cur-
rent supplied to the at least the second traction motor inde-
pendent of the first traction motor, determining when
increases in the excitation frequencies of the electric current
supplied to the at least the second traction motor result in
decreases in the torque generated by the at least the second
traction motor independent of the first traction motor, and
responsive to determining that the increases in the excitation
frequencies of the electric current supplied to the at least the
second traction motor result in the decreases in the torque
generated by the at least the second traction motor, reducing
the excitation frequencies of the electric current supplied to
the at least the second traction motor independent of the first
traction motor.



